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London Transport welcomes your views about what our priorities 
for the next three years should be. This document sets out what we 
have been doing, and some of the issues that we think are important 
for the future. 

If you have any comments on the issues raised here, or any other 
issues relevant to the planning of public transport in London, please 
write to us at the following address: 

Strategy Consultation 
Director of Planning 
London Transport 
55 Broadway 
London SW1H OBD 

Comments/ views should be received by 3 1 March 1 99 1 . 



REFERENCE ONLY 

tubs §§©« mv mr m 

filtSIS m Ttti UW«lf 




Printed image digitised by the University of Southampton Library Digitisation Unit 



Consultation Document 1991-1994 



Page 2 

Printed image digitised by the University of Southampton Library Digitisation Unit 



Consultation Document 1991-1994 



I Introduction 



Every three years, London Transport produces a statement of its 
strategy for meeting the future public transport needs of London. 

The most recent of these was published in June 1988 and the 
London Regional Transport Act, 1984, requires the next to be 
published by late June 1991. Before this, however, to help us in 
formulating our strategies, we are seeking views on the issues that 
our strategies should cover and the priorities that should be adopted. 
We are required to consult those Local Authorities affected, 

British Rail, the London Regional Passengers’ Committee, and any 
other persons or bodies we “see fit”. London Transport wishes to 
obtain the views of the widest possible audience. 

This document is intended to give some background on London 
Transport’s current policies and raise some of the issues we are likely 
to face in the coming years. You should not however feel 
constrained by the issues that we have identified - we are interested 
in hearing your views on any of the strategic transport issues for 
which London Transport is responsible. Our job is to provide 
London with the transport it needs, giving the best possible value 
for money. By necessity, however, we are constrained by the 
income that we receive from passengers and financial support from 
the Government and other sources. 

London Regional Transport (known simply as London Transport or 
LT) was established by Act of Parliament in 1984. We were given 
responsibility for providing or securing public transport services in 
London, either directly through our main subsidiaries - 
London Buses, London Underground, the Docklands Light 
Railway and Victoria Coach Station - or by buying in services from 
other operators. We also have a wider role in planning and 
coordinating passenger transport for London. 

In meeting London’s transport needs, London Transport aims to 
provide efficient, economical and, above all, safe services. Within 
this framework, the Secretary of State for Transport has set certain 
objectives for London Transport. On the appointment in 
March 1989 of the present Chairman of London Transport, 

Mr Wilfrid Newton, the Secretary of State asked him to outline 
long term strategies and medium term objectives for the 
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organisation. His response, known as the ‘Chairman’s Planning 
Statement’, was published in December 1989, and built on the 
previous Statement of Strategy published after consultation in June 
1988. A series of Quality of Service Targets have since been agreed 
with the Department of Transport which relate to issues such as the 
level and frequency of bus and rail services. Financial targets have 
also been agreed between London Transport and the Government. 
In addition, the Board of London Transport has agreed a series of 
safety objectives for achievement by the organisation as a whole. 

All these targets are shown at the back of this document. 

The past three years have seen significant changes in the structure of 
London Transport to improve accountability through the 
devolution of decision making to a lower level - which has in turn 
allowed service quality and cost effectiveness to be improved and 
services to be better matched to local needs. On the Underground, 
each line has been made into a separate management unit 
responsible for meeting quality of service and financial performance 
targets. London Buses meanwhile has been divided into 12 locally 
based operating companies plus a coaching subsidiary. As well as 
becoming more accountable and more responsive to the needs of 
their local areas, this has introduced the stimulus of competition and 
assisted in improving both service and cost effectiveness. The 
operating companies currently compete against each other and 
outside operators for bus service contracts let by London Transport. 
After bus deregulation in London they will be able to compete 
freely with each other and other operators. 

Public transport is vital to London’s health, accounting as it does for 
over 80% of the journeys into central London every rush hour. 

The close links between the economic development of an area and 
the development of the transport system are clearly demonstrated in 
Docklands. Public transport must continue to develop and improve 
if the city is to remain healthy and vibrant. There is a growing 
consensus around this with few doubting the critical importance 
good public transport will play in maintaining London as a 
European and World capital. One of the major challenges is to 
translate this consensus into firm long-term plans, programmes and 
political and financial commitments for future development. 
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We are supporting and promoting several developments in the rail 
network which offer exciting opportunities and which are discussed 
later. Coordination with British Rail forms a part of everyday 
planning of services in London, but has been a particular feature of 
the development of the major rail schemes now proposed. 

London’s buses too have much to offer. They are the best way of 
relieving central area congestion in the short term although the 
continuing growth in traffic congestion undermines the 
attractiveness of bus services and, as a result, their potential cannot 
be fully realised. The importance of enforcing and increasing bus 
priorities in improving the capacity and efficiency of the transport 
system as a whole is being given particular attention. 

London Transport faces many challenges in the years ahead: dealing 
with increased demand on the Underground; bus deregulation, 
which will introduce greater competition and potentially innovation 
on the buses; the need to improve the quality of all services; always 
placing safety as the highest priority. Meeting these challenges will 
involve choices since finances are never going to be limitless and 
more can always be done. What we now seek are views on how 
these choices should be made. 

The information that follows is designed to raise some of the major 
questions facing London Transport and to help you to put across 
your ideas on them and any other relevant questions. Section II 
reviews the 1988 Statement of Strategy, the Planning Statement 
produced in response to the request from the Secretary of State for 
Transport in 1989, and the action which London Transport has 
taken to implement those strategies. Section III highlights some of 
the major issues for the coming three years and may help provide a 
focus and structure for your response on these and any other 
relevant issues. 
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II Statement of Strategy 1988 



The main issues that were identified in the 1988 Statement of Strategy are considered below, 
together with a brief resume of the action London Transport has taken and modifications to 
the Strategy which formed part of the Chairman’s Planning Statement. 



Fares 



“In setting fares for the 
future , LRT must bear in 
mind the need for users to 
make proper contributions 
to the costs of improving 
facilities and services. 

This means that a change 
will be required over the 
next few years , with fares 
at more commercial 
levels’’ 



Fares have increased by just under 7% in real terms (ie after 
inflation) since 1988, although ticketing initiatives such as cheap off 
peak Travelcards have limited the impact for many users. Parallel 
improvements that have been made in services and the increase in 
the Underground’s investment programme are discussed later. The 
Chairman’s Planning Statement considered the issue of fares in more 
detail, saying that real fares increases would continue to be necessary 
if passengers are to contribute in line with the benefits that they 
receive. Increased revenue from the fare-box would be spent on 
improvements to services and maintenance of assets, allowing 
Government grants to be concentrated on the Underground’s heavy 
investment requirements. The last few years have seen a substantial 
growth in funding from Government (from /f\ 90m in 1988/9 to 
/1539m in 1991/92) and this has facilitated a major increase in 
investment expenditure - although inevitably the projects are long 
term and the results will take time to become evident. Additionally, 
the Planning Statement said that LT believed congestion on the 
Underground to be such that unconstrained further growth in 
demand could not be met in the short term and that real fare 
increases could contribute to moderating peak period growth until 
new lines can be constructed. 



Ticketing 

“It is intended to 
maintain and, where 
appropriate , develop 
integrated fares ...” 



Travelcards have continued to grow in popularity over the past 
three years. Their scope has been widened by the merger with 
Capitalcards, giving a single range of tickets valid on bus and rail 
services, including British Rail. In addition, the range of 
One Day Travelcards and Bus Passes has been increased. An 
additional zone - Zone 6 - has been created in outer London 
allowing the fares for longer journeys to reflect the longer distances 
involved more fairly. The free travel scheme for senior citizens and 
people with disabilities which operates London-wide continues 
through voluntary agreement with the London Boroughs. In recent 
years, a new ticketing system has been introduced on the 
Undeiground to piovide more choice from ticket machines and to 
reduce fraud. The new ticket machines at all stations offer a much 
widu lange of tickets than previously and have improved facilities 
for providing change. The introduction of ticket-reading gates at 
central London stations has already significantly reduced losses from 
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Services 

"‘Services on the 
Underground will be run 
to the safe limit of the 
system's capacity... 
greater emphasis will be 
placed on the reliability of 
train services... bus 
services will be varied to 
match demand ” 
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fraud and provided station managers with more effective means of 
regulating passenger flows into stations. Further initiatives are also 
being considered which would use new technologies that have been 
proven elsewhere to differentiate fares further, for example between 
peak and off peak times or for particular journeys. 



Plans are well developed to deal with the rapid growth in 
Underground demand. Alongside safety, improving the reliability 
of Underground services has been given the highest priority and 
specific targets for quality of service have been set including the 
percentage of scheduled mileage run, reliability and the level of 
peak services (See Appendix 2). Underground mileage operated has 
been increased from 31.8 million miles in 1987/88 to 32.7 million 
forecast for 1990/91. Work is also under way to upgrade trains, 
signalling and power supplies on the Central line, with new trains 
coming into service between 1992 and 1995. A similar, though 
longer term, project for the Northern line is also being developed. 
These projects will both improve the quality of service and 
contribute to reducing congestion. 

Before it was built, it was estimated that the Docklands Light 
Railway would carry about 22,000 passengers a day by 1992. The 
massive growth of the Docklands economy however has meant that 
the railway already carries about 33,000 passengers a day. This has 
meant that effort has been concentrated on increasing the capacity 
of the railway, through the purchase of new trains and the 
upgrading of signalling and other infrastructure. While this has 
meant that short term reliability has not been as good as was hoped 
for, service capacity is expanding at a rapid rate. 

Bus mileage has been increased over the past few years with a 
reduction in the mileage lost due to staff and engineering problems 
and the introduction of new high frequency midibus services. In 
1989/90, 175 million bus miles were operated as against 164 million 
in 1987/88. Following growth in the mid 1980s, the total number 
of passenger journeys has been broadly stable at around 1,200 
million per year over the last few years. Major reviews of the bus 
network in several parts of London have taken place and services 
restructured to meet passengers’ needs better. These initiatives, 
which have often led to the greater focusing of services on local 
centres and the introduction of more frequent, smaller buses, have 
been generally welcomed and have also allowed services to be 
rescheduled to limit the effects of congestion. Despite worsening 
traffic conditions, which often severely delay buses, overall 
reliability has improved slightly since 1988. Targets for the quality 
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of service given by the buses have also been set relating to issues 
such as reliability and the proportion of the scheduled mileage 
which is operated (set out in Appendix 2). 

To tackle the growing problem of congestion and to allow buses to 
provide a better service, London Transport has launched a 
London Bus Priority Initiative. The average bus in London could 
carry 60 people, making it a far more efficient user of road space 
than the private car. The London Bus Priority Initiative therefore 
will encourage and assist London Boroughs in providing buses with 
a fairer allocation of road space to make journeys by bus easier and 
encourage more people to use them. The Government remains 
committed to the deregulation of London’s buses and 
London Transport continues to plan on this basis. 



New rail lines 



“New rail lines are under 
active consideration,., a 
range of schemes is being 
looked at. . . jointly with 
British Rail and the 
Government in the 
Central London Rail 
Study” 



The Central London Rail Study recommended that new rail lines 
should be constructed to relieve congestion on the existing system. 
This view has been endorsed by a wide range of groups who have 
considered the issue, including the London Regional Passengers’ 
Committee, and was supported in the reports of the Department of 
Transport commissioned Assessment Studies. Of the lines 
recommended, approval has been given for the preparation of a 
Parliamentary Bill for the construction of an ‘East-West CrossraiL 
linking Paddington with Liverpool Street and allowing trains to run 
from Buckinghamshire, Berkshire and Essex right across the city. 
Government financial plans include provision for construction of 
‘Crossrail 5 . Initial backing has also been given to another of the 
lines recommended in the study, a tube line known as the 
‘Chelsea-Hackney line’ between Hainault and Wimbledon. 
Safeguarding the route of both lines has been agreed. 



In addition, funding of the extension of the Jubilee line to 
Docklands and beyond, which will represent probably the most 
important development of the tube network for 20 years, has been 
approved and the Bill seeking powers to construct it is currently 
before Parliament. The extension of the Docklands Light Railway 
to Bank is nearing completion with the first services due to start in 
summer 1991; an extension to Beckton is under construction and a 
Bill to extend the line south of the Thames to Lewisham has been 
presented to Parliament. 
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Safety and security 

Since the publication of the previous Statement of Strategy in 1988, 
the Fennell Report into the King’s Cross Fire has been published. 
On publication, London Transport welcomed the report and 
committed itself to implementing all the recommendations 
applicable to LT. The recommendations of the Fennell Report 
require 158 actions from London Underground. 122 of these have 
already been completed and work is progressing on the remaining 
36. Work has also been carried out to identify potential hazards in 
areas not considered by the Fennell investigation and a prioritised 
safety improvement programme is under way. Those 
recommendations of the Hidden Report into the British Rail 
accident at Clapham Junction that are relevant to 
London Underground and the Docklands Light Railway are also 
being implemented. The Underground is the first passenger railway 
in the world to introduce the stringent safety audit system known 
as ISRS. Projects such as the recent enhancement of the public 
address system on the Underground will also bring significant 
safety benefits. 

New safety management systems and audit procedures have been 
introduced throughout London Transport and specific objectives for 
safety, emphasising the highest priority that must be given to it 
throughout the organisation, have been agreed by the Board (details 
are shown in Appendix 1). 

The importance given to passenger security is shown by various 
measures that have been introduced. More police officers have 
been recruited and deployed, leading to a significant decline in 
robberies and assaults. Underground trains are now routinely fitted 
with radios and a radio system is being introduced which enables 
communication by staff and police officers at deep level stations. 
'Help points’ and Closed Circuit Television have been provided at 
many stations and investment in improved communications 
technology is improving staff effectiveness. Most buses have been 
fitted with two-way radios and the use of video cameras on some 
buses has helped to deter crime. 



“The safety of 
passengers . . . will be given 
the highest priority” 
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Passenger environment 



“Improvement of the 
fabric of the system... and 
more modern passenger 
information systems will 
continue to make the 
travelling environment 
better” 



The past three years have seen a high level of investment in the 
passenger environment, particularly on the Underground. 
Refurbished trains, which incorporate a range of safety 
enhancements and re-modelled attractive interiors, are starting to 
enter service on several lines. Certain stations have seen major 
modernisation and improvement works and work is under way at a 
number of key stations to provide measures to relieve congestion 
bottlenecks. Provision of passenger information on the 
Underground has been developed substantially with the widespread 
introduction of “next train” indicators. A demonstration project to 
provide “next bus” information at bus stops is being developed. 



The Quality of Service targets for the Underground, the Docklands 
Light Railway and the buses include measures for improvement in 
the passenger environment. For the Underground they cover the 
cleaning of both trains and stations and on the buses the 
maintenance of bus stops as well as cleaning of the buses themselves. 
With safety being given the first priority and financial limitations on 
other activities, there remains much to be done to improve the 
passenger environment on the Underground in particular. 



The needs of disabled passengers 



“Helping to make public 
transport easier to use... 
will be achieved through 
the steady development of 
conventional public 
transport and by 
expansion of services 
specially geared to the 
needs of less mobile 
people” 



A range of new features on buses and trains as well as at stations that 
have been modernised has improved facilities for people with 
disabilities. Lower step heights, high visibility handrails and “bus 
stopping” signs are now common features on new buses and most 
existing buses are having many of these features added to them. 
Similarly, on the Underground, better handrails are being fitted to 
refurbished trains and passenger operated door controls are being 
included in new trains. Underground stations which undergo major 
reconstruction are fitted with lifts where appropriate, and all 
Docklands Light Railway stations are fully accessible. Mobility Bus 
services have been expanded in the suburbs, Airbus and Carelink, 
which together link central London stations and Heathrow, are all 
wheelchair accessible. 'Dial-a-Ride’, which provides a door-to- 
door service, is also being expanded and reorganised to improve 
effectiveness, and the Taxicard scheme which London Transport 
administers on behalf of 30 London Boroughs has been maintained. 
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Competition and efficiency 



“While LRT will 
continue to improve the 
cost effectiveness of its 
activities there will be a 
continuing need for 
Government grant .. . ” 



A major restructuring at all levels within London Underground was 
introduced in November 1988 to improve management 
accountability and improve cost efficiency. In particular, each line 
has been made into a separate management unit which is responsible 
for meeting its own service and financial targets. 

Cost effectiveness and competition in London’s bus market have 
been boosted through the tendering of bus services which now 
account for about one third of all services provided. Average cost 
per bus mile has fallen by 8% in real terms since 1987/88 across the 
bus network. Not only have costs been reduced but reliability has 
also been improved, notably on tendered services, and therefore the 
standard of service offered to the passenger. London Buses continues 
to prepare for bus deregulation and the restructuring of the business 
into 12 operating units has been carried out successfully. The 
tendering programme has successfully introduced many new local 
bus operators into London, with some 40% of tendered routes run 
by independent operators. 
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111 Issues for 1991-1994 



This section highlights some of the issues which we will have to face up to in the coming years 
and this consultation seeks your opinion on how we should make those and any other choices. 
The list of issues that we have identified is not intended to be comprehensive but to highlight 
some of the most important questions. Please feel free to raise any other issues that you feel 
are important and that are relevant to London Transport’s role in the city’s transport. 



The issues that are discussed below are: 



A* Fares, Ticketing and Funding 

B. Services 

C. New Rail Links 

D. Passenger Environment and 

Facilities for Passengers with Disabilities 



E* Safety and Security 



F* London Transport's Longer Term Role 
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A. Fares, Ticketing and Funding 



Current policy 

The quality of service provided is an important consideration in setting fares. If improvements 
are to be made in services, passengers will have to make a contribution. A further factor in the 
determination of fare levels is the amount of external support from Government. In his letter 
to the Chairman of London Transport in March 1989, the then Secretary ot State for 
Transport said that LT should produce a strategy that “provides good value for money, and, so 
far as possible, transfers costs from the taxpayer to the passenger and other beneficiaries 55 . The 
Government has also stated that, in setting the fare increase for a particular year, it expects LT 
to have regard to the same considerations as any other business would in detennining a price 
increase - namely, the cost forecasts for the coming year, the quality of service offered and the 
ability of customers to pay. In particular, London Transport believes that it is appropriate that 
passengers fund the ongoing running costs of services. Congestion on the Underground 
means that unconstrained growth that is concentrated at peak times cannot be catered for in 
the short term. The possibility of increasing the differentials between peak and off peak fares 
to encourage travel outside the most congested periods remains under consideration and any 
real fares increase could also contribute to moderating peak demand. 

On ticketing issues, while innovations and modifications always have a place, there are no 
plans to change the broad structure that currently exists. In particular the popularity and 
perceived benefits of the Travelcard to the travelling public in London through the flexibility 
between tube, bus and rail, is recognised. It is also important to maintain a broad range of 
tickets, including Bus Passes and One Day Travelcards so as to meet the needs of passengers as 
fully as possible. Nonetheless some passengers (part time workers for example) could be better 
catered for, and we will continue to look at innovations to fill any gaps in the range on offer. 
The use of new technology in ticketing could help meet these requirements and allow greater 
differentials between peak and off peak fares. 

There are two main sources of funding for London Transport - fares paid by passengers and 
Government grants. Additionally, funding for specific schemes may come from developers. 
The current balance between the two main sources of revenue is such that about three quarters 
of income comes through fares and other sources with the remaining quarter coming from the 
taxpayer. On the Underground and Docklands Light Railway, we envisage rail systems which 
cover their own operating costs (including depreciation and renewals). However, we believe 
that it is largely for the Government to finance major infrastructure improvements in addition 
to any developer contributions. London Transport believes that the cost of the major network 
expansion currently planned will have to be met substantially by grant. In addition recent 
years have seen substantial increases in Government funding to pay for safety improvements. 
For the buses we recognise that there will always be a need for subsidy to support 
uncommercial but socially necessary services, but the cost of this must be minimised by 
concentrating on providing services in the most efficient way possible. 

Since the changes in the rating system in April 1990, the Government contribution to London 
Transport comes entirely from general taxation. Some other countries however have taxes 
that are specifically dedicated to funding public transport; Paris for example has a payroll tax on 
employers over a certain size. Whatever the source of funding, London Transport is aware 
that the public has to pay one way or another, and difficult decisions will always need to be 
taken on levels of funding and how the funds are to be best used. 
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Your views are sought on any issues relating to fares, ticketing and funding, and in 
particular you may wish to consider the following issues: 

* What should London Transport’s fares policy be, and what 
contribution should fares make to improvements in the 
system? 

* Is the range of tickets and their relative prices right? What 
changes should be made? 

* Should the differentials between peak and off peak tickets be 
increased so as to encourage people to travel at less busy 
times? 

* What gaps are there in the current range of tickets and passes? 

* Should tickets which enable passengers to pay for journeys in 
advance, using a system similar to the Phonecard, be 
introduced, and would these make current passes unnecessary? 

* Are facilities for buying tickets and passes at Underground 
stations, Docklands Light Railway stations, bus garages and 
newsagents adequate? 

* What new measures should be introduced to reduce fraud? 
Should penalties be greater? 

* How should London’s transport be paid for? Is the balance 
between contributions from taxpayers and farepayers right? 
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B. Services 



Current policy 

London Transport aims to provide services which as nearly as possible meet the needs and 
demands of passengers. Growth in demand for the Underground and the resulting congestion 
during peak hours, has meant that increasing capacity on the Underground has been a primary 
policy aim of London Transport. This aim will be achieved by increasing the level of peak 
services, improving the reliability of services, carrying out work to reduce congestion at 
specific stations and through longer term initiatives such as new rail lines. Inevitably the pace at 
which improvements can be achieved is constrained both by limitations on finance and the 
need to avoid excessive disruption to present services during works. Specific targets to increase 
peak capacity and reliability have been set and are shown in Appendix 2. 

In 1990/91, Underground mileage is forecast to be about 3% higher than the 1988 level, the 
time of the previous Statement of Strategy. This has been achieved both through ensuring 
that scheduled services do in fact run, and by specific enhancements to services such as the 
extension of off peak Metropolitan line services to Aldgate. Longer term investment plans to 
increase capacity through the upgrading of fines (notably the Central and Northern lines) and 
building new lines (such as the East-West Crossrail) are discussed elsewhere. 

DLR is concentrating on increasing capacity both on the existing railway and through the 
construction of extensions. New trains have been ordered, signalling and other infrastmcture 
is being upgraded and two car operation will be introduced. Nevertheless, despite the 
substantial increase in capacity that this investment will bring, the railway is likely to be 
overcrowded again immediately prior to the Jubilee line extension opening. 

Good co-ordination of services with those of British Rail is an important element in ensuring 
the overall public transport network is used to the full. On both a local and strategic level 
close working will continue between London Transport and British Rail. 

Bus mileage too has increased, by 11% relative to 1988, to a total of 182 million bus miles 
forecast for 1990/91. Much of the increase is due to the expansion in the use of midibuses 
which are often able to provide services at higher frequency and to previously unserved 
residential areas. Increasing the proportion of scheduled mileage which is actually operated has 
also substantially increased mileage run. Within the resources available, London Transport 
aims to match bus services as closely as possible to the needs of passengers through the 
restructuring of services in line with passenger requirements. Restructuring is about to take 
place in the Wandsworth area and a rolling programme of area reviews is planned. 

As efficient users of road space, buses have a vital role to play in tackling problems of 
congestion in central London. They are however severely hampered in this task by the traffic 
congestion itself, which has been estimated to cost passengers and operators 7 T230m. per year. 
Bus priorities are therefore vital if the effects of congestion are to be reduced and London 
Transport is promoting their wider introduction through the setting up of a Bus Priority Unit 
to assist and advise local authorities. Compared to many continental cities only modest 
measures are provided to protect buses from the effects of London’s traffic congestion. Greatly 
enhanced protection from this congestion is urgently needed if buses are to achieve their 
potential in providing substantial relief of congestion on both London’s roads and railways. 



Page 16 

Printed image digitised by the University of Southampton Library Digitisation Unit 



Consultation Document 1991-1994 



The policy of putting routes out to competitive tender continues to bring benefits to the 
passenger both in terms of reliability and cost efficiency. Tendered routes now account for 
about one third of the entire bus network and the expansion of tendering is set to continue. 

London Transport continues its search for an alternative location in central London for the 
coach terminal currently sited at Victoria. This search however is hampered by the lack of 
large sites which have good accessibility. In the meantime, emphasis is being placed on 
upgrading the existing facilities at Victoria Coach Station through a large scale improvement 
project over the next two years. 



Your views on London Transport’s services are sought, and on the following issues 
in particular: 



Rail Services 

* Should the pattern of Underground services be changed in any way? 

* Should the balance between peak and off peak services be changed? 

* What additional measures should be taken to reduce congestion? 

Bus Services 

* How should the balance be struck between running more services and increasing fares to 
meet the additional costs incurred? 

* What should be the priorities in changing the route network? 

* Is the balance between peak, off peak, late night and weekend service frequencies right? 

* In what circumstances is the replacement of Double Decker buses by higher frequency 
Midibuses desirable? 

* Should the policy of retaining conductors in the central area be maintained even if this 
requires higher fares or lower service frequencies? 

* How important is it to build a new coach terminal? 

* Buses are severely hampered by road congestion. What should London Transport do to 
overcome this problem and what actions should others take to help reduce the problem? 

* How important is it to protect buses from the effects of traffic congestion? 

* Should more measures such as Bus Lanes, which give buses priority, be introduced even 
if they disadvantage other road users? 
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C. New Rail Links 



Current policy 

As noted eadier in the discussion of the past three years a number of rail schemes are now 
planned. In particular, with the announcement of Government support for the extension of 
the Jubilee line to Docklands and for the planning of the Liverpool Street to Paddington 
Crossrail link, London is set for an unprecedented period of rail development. Nevertheless 
there will still be many competing claims for further investment and differing views about 
where it should be directed. London Transport has taken the view that the first priority after 
upgrading the existing system must be the relief of congestion in the central area, with the 
development of services to new areas coming next. To this end the proposals contained in the 
Central London Rail Study, both to upgrade existing lines and to construct new ones, have 
been developed and promoted. 

The special need to provide infrastmcture for the development of Docklands is also 
considered to be a priority and substantial progress has been made in this area, both with the 
Jubilee line Bill presently before Parliament and extensions of the Docklands Light Railway to 
Bank and Beckton already under construction. The go ahead for a private sector extension of 
the Docklands Light Railway south of the river to Greenwich and Lewisham has also been 
given by Government. While passenger income covers the day to day mnning costs of the 
Underground and makes increasing contributions to renewal and replacement of operating 
assets, London Transport believes that the costs of expanding the rail system will have to be 
met substantially by Government grant, supplemented by contributions from developers. 

With relief of congestion in mind, London Transport believes the constmction of the 
Chelsea-Hackney tube line recommended by the Central London Rail Study must be the next 
priority. The scheme is complementary to the East- West Crossrail and will provide access to 
areas of London currently poorly served by rail. Proposals for the extension of other lines, 
such as the East London line, are also being developed. 

Following the success of the Docklands Light Railway, the introduction of light rail schemes 
in both Croydon and Kingston are under consideration. These schemes could combine the 
use of under-used British Rail tracks and some 011-street mnning. Proposals for other 
developments in London’s rail network are also kept under consideration. Longer term 
possibilities include extension of the Northern line and the Bakerloo line and the 
‘Western Package’ which affects western sections of the Central, Bakerloo and District lines 
and was also considered in the Central London Rail Study. 
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Your views are sought about new rail lines and specifically: 



What should be the balance of priorities between relieving 
congestion in the central area and building extensions to 
serve areas that are not currently catered for adequately? 

What new links are needed? How should the priorities be 
evaluated? 

What options are there for the introduction of light rail and 
where would they be most appropriate? 

How should new lines be paid for? 
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D. Passenger Environment and 
Facilities for Passengers with Disabilities 

Current policy 

The quality of the environment in which passengers travel is of particular importance to them 
and therefore a priority for London Transport. The approach to this is in two parts: 
improving the physical environment in which passengers travel, and providing passengers with 
better information. 

On the Underground, investment is planned for the modernisation of stations and station 
cleaning, improving the environment within trains, controlling vandalism and graffiti and 
improving design as resources permit. Targets have been set for the quality of station cleaning 
and are shown in Appendix 2. The introduction of "next train" indicators has been widely 
welcomed and more are planned. The Underground is also introducing an ’Environmental 
Control System' which aims to ensure that a higher priority is placed on the quality of all 
aspects of the passenger environment. 

It has been recognised by London Transport that standards of bus stop maintenance and 
information have declined and it is a priority to improve these facilities. A code of practice for 
these activities is also being developed, in consultation with the London Regional Passengers' 
Committee. In addition work is progressing on providing 'real time' information for 
passengers at bus stops to tell them when the next bus will arrive, using the same principle as 
the "next train" indicators already on the Underground. 

With constraints on expenditure, however, it is continually necessary to reassess priorities for 
improvements in the light of passengers’ priorities and changing technology. 

The commitment to providing services for people with disabilities remains clear both by 
making improved provision on existing services and by providing new services. Many 
relatively low cost features can have high benefits - generally assisting all passengers, not just 
those with disabilities. On both bus and Underground a range of features, such as high 
visibility handrails and lower step heights on buses, have been introduced and this programme 
will continue as new buses are purchased and new or refurbished tube trains are introduced. 
DLR services have all been planned to provide full wheelchair accessibility and work is 
progressing on planning a core network of fully accessible Underground stations. The services 
which cater specifically for passengers with disabilities, such as Mobility Bus and Dial-a-Ride, 
are also planned to be expanded or improved. 
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Your views are sought about how the passenger environment can be improved and 
in particular: 



Underground 

* Given constraints on resources, what are the main priorities in improving the passenger 
environment? What should be done to achieve them? 

* How can the provision of passenger information be improved? 

* What action should be taken to reduce vandalism and graffiti? 

* How should improvements be paid for? 



Buses 

* What improvements would encourage you to travel by bus if you do not do so now? 

* How can the interior of buses be improved? 

* What can be done to reduce vandalism and graffiti? 

* What should be the priorities for improving the environment at bus stops, bus shelters 
and at bus stations? What should be done to achieve this? 

A Is the provision of information at bus stops, shelters and in the buses themselves 
adequate? What more should be done? 

* How useful would it be to have up to date information at bus stops on the times until 
the next buses? 

* Are interchange arrangements adequate, and how might they be improved? 



Services for Passengers with Disabilities 

* How could the provision of services for passengers with disabilities be improved? 

* What new services could be introduced? 

* Is information about the facilities currently available adequate? 
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£♦ Safety and Secs irity 



Current policy 

Providing safe transport and minimising the risk that passengers, staff and public are exposed to 
remains London Transport’s highest priority. Investment, staff training and management 
policies are all directed towards this objective. 

London Transport is committed to a policy of reducing the number and severity of accidents 
and to attaining standards in safety and health which equal or better those achieved by 
equivalent organisations elsewhere in the world. To this end, highest priority is given to the 
development of systems to assess all reported occurrences with potential for injury and taking 
positive action to prevent a recurrence. 

Significant known hazards are being tackled and safety programmes instil the absolute need to 
consider safety in all operations and capital projects. 

Important steps in improving passenger security have also been taken, such as the appointment 
of more police officers, improved radio communication, the introduction of '‘Help Points” at 
Underground stations, and the use of video cameras on buses. This has already led to a 
measurable fall in the number of robberies and assaults. Again this is an area where there is a 
higher perception of risk than the very good record and its progressive improvement warrant, 
but it is particularly important to identify and respond to passengers’ requirements regarding 
priorities. 
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Your views are sought on London Transport’s policies towards safety and security: 



Are there areas in which London Transport’s safety policy 
could be improved? 

How could existing staff be better deployed to improve safety 
or passenger security? Are there particular areas where more 
staff would be appropriate? 

What measures could be taken to make passengers feel safer, 
and in particular to make specific groups of people, such as 
women travelling alone or elderly people, feel safer? 

New initiatives such as Closed Circuit TV and Help Points 
have been introduced in recent years to improve passenger 
security. What more should be done? 
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F. London Transport:’ s Longer ' erm lole 



Current policy 



In addition to its major responsibilities for bus services, the Underground and DLR, London 
Transport has a role in overseeing the longer term development of London by ensuiing that 
the city has a public transport system adequate to its needs. Although not diiectly responsible 
for all aspects of transport policy, this requires London Transport to take a longer teim view 
on the balance between rail and road transport, how congested road space should be allocated 
and influencing patterns of development that will affect transport systems. London has seen a 
sustained period of growth since the early 1980s and it is London Transport s role to see that 
consequent growth in passenger demand is catered for so as to ensure that London continues 
to prosper in the future. Many of the policies already outlined will have important 
implications for that longer term prosperity. 



Bus deregulation was introduced in the whole of Britain outside London in 1986. This has 
meant that qualified operators can run what services they choose at fare levels of their own 
choice. The deregulation of buses in London remains the policy of Government, and London 
Transport continues to plan on the basis of deregulation taking place within the next few 
years. London Buses has been divided into 12 operating Companies to increase their 
responsiveness to local needs and, in the event of deregulation, these Companies will compete 
directly against each other. In the meantime, these units compete for those routes that are put 
out to tender by London Transport. After deregulation, London Transport s tendering role is 
likely to continue with the aim of ensuring the provision of services on socially necessary but 
unprofitable routes. In addition, ensuring the maintenance of a concessionary fares scheme for 
elderly and disabled people is a likely role. Management, development and providing equal 
access to bus infrastructure and encouraging a high level of coordination are also possible ioles. 
Potentially London Transport could also take on wider strategic i esponsibilidcs involving 



perhaps traffic management and bus priority functions. 

London Transport is also aware of, and shares in, the growing concern about the impact on 
the environment of what we all do. Both as an efficient usei o( eneigy icsouiees and by 
offering less polluting modes of travel, London Transport believes that it has a major 
contribution to make in improving the quality of the environment of the city. Nevertheless 
there are some areas in which both the buses and Underground will have negative effects on 
the environment, which to a limited extent offset the benefits of public transport. We are 
currently therefore working on producing an environment policy to examine and improve the 
role that London Transport plays in the environment to maximise London Transport’s overall 
net benefit to the environment. 
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Your views are sought on London Transport’s wider role, and the following issues 



specifically: 






* What role can London Transport play in making London a 
better city to live and work in? 

* What should be London Transport’s role after bus 
deregulation? 

* Should London Transport have a wider strategic transport role 
including traffic management functions and perhaps enhanced 
responsibilities for the overall rail network in London? 

A What criteria should be applied in funding socially necessary 

but unprofitable services following deregulation? 

^ Are there ways that London Transport’s role in improving the 

environment can be enhanced? 
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General Comment 



Although we have tried to outline the most important issues above, 
there may well be things that you consider important that we have 
not covered. You are welcome to send comments on any relevant 
strategic transport issues to: 

Strategy Consultation 
Director of Planning 
London Transport 
55 Broadway 
London SW1H OBD 



Please provide your responses by 31 March 1991. 
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Appe lix 1: Safety Objectives 



The Board of LRT confirms that the highest priority will be 
given to the promotion of the safety, health and well-being of all 
employees and passengers. 

This will be facilitated by: 

(a) The development of specific quantified safety statistics 
for LRT and its subsidiaries against which will be set 
measurable improvement targets. 

(b) The issue and active internal publicity of revised health 
and safety policy statements and organisational 
arrangements for LRT and its subsidiaries. 

(c) Consistent and meaningful reporting to the LRT Board 
of accidents, assaults and potentially dangerous occurrences 
from all subsidiaries. 

(d) The maintenance of a vigorous safety audit programme 
to monitor progressive improvement. 
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Appendix 2: A. Quality of S en/i< :< i T arget 3 

for London Under ground 



London Underground has been set formal Quality o£ Service 
targets for achievement by April 1992. The targets will cover 
the following areas (comparisons are with 1988/9 year averages). 

Mileage 

The percentage of scheduled mileage run will attain 98% by April 
1992 in both the peak and off-peak, with no less than 96% of 
scheduled miles operated on any one line except for the Central 
line where capital works will necessitate a lower target of 95%. 

This compares with the 1988/9 overall level of 95.4%. 

Reliability 

No more than 7% of passengers will wait more than IY 2 times the 
scheduled interval, compared to the recent 8.6%. On low 
frequency branches, 90% ol trains will run on time or up to a 
maximum of 5 minutes late. This compares with the 1988/9 
level of 85%. 

Train Cleaning 

Carriages will be cleaned internally every service day, and 
externally every three service days - except on the Circle and 
Hammersmith and the East London lines which lack proper 
depot facilities. 

Peak Capacity 

The peak service operated will be increased by 5% by April 1992. 

Station Cleaning 

The public perception of station cleanliness will be raised up to 
the standard achieved at the stations recently intensively cleaned. 

Passenger Security 

A reduction in the rate of violent crime on the Underground will 
be achieved. 
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Availability of Lifts and Escalators 

By April 1992 escalators will achieve 95% of planned in-service 
time and lifts will achieve 90% (excluding unmodernised 1908 
models). Over the period from 1989/90 to April 1992 the 
availability of escalators as a percentage of the total will improve 
from 78% to 86% and for lifts from 75% to 85%. Whenever 
practicable at least one escalator in each set will be in service in the 
up direction. 

Ticket Purchasing Facilities 

No more than 2% of passengers will wait more than three minutes 
for their tickets, compared to 3% recently. In addition 99.7% of 
stations will on average have at least one form of ticket issuing 
facility available and 98% of passenger operated machines will be 
available. Recent performance has been over 99% and 98% 
respectively. Where no ticket issuing facility is available, 
passengers will be given ‘authority to travel’ . 
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B Quality of Service Targets 
, f r Bus Services 



Formal Quality of Service targets have been set for bus services 
under LRT’s control for achievement by April 1992. The targets 
will cover the following areas (comparisons are with 1988/9 
averages). 

Operated Mileage 

Mileage lost for reasons other than traffic congestion will not exceed 
2%. This compares with the 1988/9 figure of 4%, with a further 
1.7% of mileage lost due to traffic congestion. 

It will remain LRT’s intention to ensure that all routes are so 
managed as to reduce mileage lost for traffic reasons to the lowest 
practicable level. 

Reliability 

Average Waiting Time on high frequency routes will be no more 
than 6.9 minutes, with a currently planned scheduled wait time of 
4.5 minutes. This compares with the 1988/9 average of 7.1 
minutes (4.6 minutes scheduled waiting time and 2.5 minutes 
excess). On timetabled routes the proportion of buses departing on 
time (defined as up to 2 minutes early or 5 minutes late) will be at 
least 65%, and no more than 6% of buses will depart more than 
2 minutes early. These compare with recent performance of 62.7% 
and 7.4% respectively. 

Bus Cleaning 



All buses will be cleaned internally and externally at least once every 
service day. 

Stops and Shelters 

Bus stations will be cleaned daily, and damage to and graffiti on 
stops, shelters and bus stations will be dealt with promptly. 
Information at these locations will be kept up-to-date and 
appropriate to operations and demand. LRT will develop, after 
consultation with the Passengers’ Committee, a code of practice for 
the provision of information at and maintenance of stops, shelters 
and bus stations. 
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C Quality of Service Targets 
for Docklands Light Railway 



Quality of Service targets for achievement by April 1 992 have been 
set for Docklands Light Railway, The targets, similar to those for 
London Underground, cover the following areas (comparisons are 
with 1988/9 year averages). 

Mileage 

Overall, at least 98 per cent of scheduled miles will be operated 
on the DLR in both the peak and the off-peak. This is similar to 
present performance, which recognises the continuing effect on 
services of work on upgrading and extending the railway. 

Reliability 

No more than 4 per cent of passengers will wait more than 1 Vi 
times the scheduled service interval. Although a figure of 3.3 per 
cent was achieved in 1988/9, the planned doubling of frequency 
makes this an unrealistic medium term target. 



Lifts and Escalators 



Both Lifts and Escalators will be available for 95 per cent of 
the time. Recent performance is 94 per cent availability. 

Ticket Purchasing Facilities 

On average 99.7 per cent of stations will have a ticket issuing facility 
available at any time and 98 per cent of all machines will be 
available. This compares with recent availability of more than 
99 per cent and 97 per cent respectively. 

Carriage Cleaning 

Train carriages will be cleaned internally at least every service day 
and washed externally at least once every three service days. 

Service Capacity 



A peak service headway of 4 minutes on each branch will be 
provided when the City Extension is completed. 
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Appendix 3: financial Objectives 



In April 1990, the Secretary of State for Transport wrote to the 
Chairman of LT setting out financial objectives for London 
Transport, including objectives for London Underground and 
London Buses: 

“These financial objectives are concerned with ensuring that you 
meet your other objectives [Safety and Quality of Service] as 
efficiently as possible, thereby ensuring that passengers and taxpayers 
receive value for money. 

“I am setting three main financial objectives. In each case I have 
specified a level of performance which I wish to see achieved in 
respect of the financial year ending 31 March 1993, set at 1989/90 
prices.” 

In summary the objectives are as follows: 



* London Transport’s overall operating loss (before depreciation 
and renewals) of £76 million in 1989/90 to be transformed 
into an operating surplus of £70 million in 1992/ 3. 

* Improved efficiency targets for reduced costs per mile by 
1992/3 of £14.02 on the Underground and £2.57 for 
London Buses (compared to £14.55 and £2.67 respectively 
in 1989/90). 

* Commercial Units (Victoria Coach Station, LT Advertising 
etc) to achieve a return of 5% on turnover. 
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Comments on any relevant strategic transport issues should be sent 
to the following address hy 31 March 1991: 



Strategy Consultation 
Director of Planning 
London Transport 
55 Broadway 
London SW1 H OBD 
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